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Proposeu  Revisions  to  the  Transportation  element 
of  the  Comprehensive  Plan  Regarding  Parking 


The    Transportation  element  of  the  Comprehensive  Plan 
was  adopted  by  the  City  Planning  Commission  after  extensive 
public  hearings  in  April  1972.     It  contains  several  ob- 
jectives and  policies  regarding  parking,  as  well  as  the  other 
components  of  the  transportation  system.    However,  it  is  noted 

in  the  Plan  for  Transportation  itself  that  the  parking 
policies  are  brief    and  not  comprehensive  and  require  ex- 
pansion as  more  information  is  available. 

That  information  now  is  available  as  the  result  of  a 
1975  study  jointly  undertaken  by  the  Department  of  Public 
Works  and  the  Department  of  City  Planning,  funded  by  the 
Metropolitan  Transportation  Commission  and  generally  in 
response  to  guidelines  developed  by  iiTC  and  the  U.S. 
Environmental  Protection  Agency,    Many  of  the  findings,  and 
much  of  the  work,  of  the  joint  departmental  San  Francisco 
study,  as  contained  in  a  report  entitled    Parking  in  San 
Francisco, may  eventually  be  incorporated  in  a  regional  or 
state  plan,  and  indeed,  much  of  what  has  been  termed 
"parking  management ,:  can  only  be  achieved  equitably  on  a 
regional  basis;     but  the  study  has  provided  the  opportunity 
now  to  clarify  and  improve  the  parking  policies  of  the  City's 
Master  Plan.    The  proposed  revisions  do  not  constitute 
a  significantly  different  policy  direction  from  current 
policy;  however,  with  the  benefit  of  several  years'  ex- 
perience in  making  decisions  relative  to  parking  on  the  basis 
of  current  policy  and  of  evaluating  the  results,  it  is  poss.- 
ible  to  significantly  improve  those  policies  and  provide 
more  clear  policy  direction  to  decisions. 

Parking  is  only  one  of  the  components  of  the  transport- 
ation system.    The  transportation  system  cannot  be  designed 
around  parking  policies,  and,  perhaps,  it  was  unfortunate 
that  the  Parking  in  San  Francisco  study,  based  as  it  was 
upon  certain  MTC  and  HVh  guidelines  may  have  confused  such 
issues.    Any  parking  policy  must  be  valid  in  terms  of  its 
relationship  to  the  other  components  of  the  transportation 
system,  particularly  thoroughfares  and  public  transit,  and 
in  certain  contexts  pedestrianways .      This  relationship  i3 
clear  in  the  Transportation  element,  and  the  proposed  revisions 
should  serve  to  strengthen  the  whole.    Perhaps,  the  most 
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significant  of  the  transportation  policies  of  the  Master 
Plan,  as  has  been  reflected  in  resolutions  of  the  Board  of 
Supervisors,  is  that  public  transit  should  be  the  primary 
means  of  meeting  the  needs  of  San  Francisco  residents  and 
visitors,  especially  for  work  trips,  particularly  for  trips 
to  tne  downtown  area,  and  certainly  for  any  new  additions 
to  the  commuter  load  as  a  result  of  employment  growth. 


Mobility,  Access  and  the  Role  of  the  Automobile  in  the  City. 

Over  the  years  the  automobile  has  been  the  symbol 
and  the  means  for  mobility  and  achievement  of  a  life  style 
in  America  that  set  the  standard  for  the  world.    As  the 
numbers  of  automobiles  owned  grew  to  the  point  that  almost 
every  household  included  an  automobile,  and  the  street  and 
freeway  systems  with  which  we  are  familiar  grew  at  a  tre- 
mendous rate,  an  impressive  array  of  techniques  to  improve 
the  movement  of  traffic  was  developed.    But  the  techniques 
could  not  always  ke'^p  up  with  the  numbers  of  vehicles, 
especially  in  the  geographical  constraints  of  densely  pop- 
ulated cities*  and  a  problem  was  arising  again  and  again-- 
access,  primarily  by  single  occupancy  vehicles,  was  causing 
congestion  and  pollution  in  the  core  areas  and  the  main 
arterials  leading  to  these  centers.    This  was  often  aggra- 
vated   by    a  pattern  of  relocation  of  families  to  the  sub- 
urbs with  the  wage  earner  making  a  daily  work  trip  to 
the  center.    San  Francisco  did  not  escape  this  pattern. 
Some  U.S.  city  centers  were  destroyed  by  it;  first  by  the 
congestion,  then,  through  misguided  attempts  to  compete 
by  "suburbanizing"  the  center  city.     Interestingly  enough, 
center  cities,  with  their  transit systems, and  compact  size 
are  now  in  a  position  to  offer  much  more  efficient  and 
economical  transportation  to  their  residents  and  businesses 
as  the  costs  of  fuel  steadily  increase  and  its  availability 
grows  more  uncertain  —  if  the  total  transportation  system 
is  managed  efficiently  and  effectively. 

There  is  growing  recognition,  stimulated  by  the  con- 
cerns first  with  air  pollution  and  then  with  higher  fuel 
costs,  that  the  movement  of  people  rather  than  the  move- 
ment of  vehicles  is  what  is  critical  in  terms  of  mobility. 
Transportation  management  means  first  determining  the  urban 
objectives  and  then  finding  solutions  to  the  need  for 
mobility  that  are  sensitive  to  these  objectives.    This  in- 
cludes finding  the  most  efficient  means  —  in  terms  of 
energy  and  dollars  used  —  to    manage  the  elements 
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and  optimize  the  productivity  of  the  entire  urban  trans- 
portation system.    For  instance,  while  the  private  automo-i 
bile  will    continue  to  play  an  important  roTeTTn  personal 
mobility,  transportation  management  can  affect  the  patterns, 
"rrf^use  of  the._automobile  so  that  a  city  like  San  Francisco 
can  maintain  a  livable  environment. 

The  parking  supply  plavs  an  integral  part  in  the^ 
transportation  system.    This  supply  is  part  of  the  problem 
and  also  part  ot  the  solution.    It  is  a  problem  in  that_the 
parking  supply  utilizes  land  in  an  unproductive  and  un - . 
aestnetic  manner. It  also  attracts  auto  trips  which  gen~. 
erate  pollution  and  cause  congestion  on  local  streets  and 
"on  freeways.    But  the  parking  supply  is  also  a  solution "to 
the  problem  of  mobility  and  access  to  the  extent  that  parking 
facilities  provide  the  storage  necessary  for  autos  at  the 
end  of  a  trip  and  thus  influence  how  autos  are  used. 

IT"     The  challenge  then  is  to  provide  the  solution  and 
lessen  the  problem  by  making  the  parking  supply  serve  the 
types  of  auto  trips  compatible  with  a  desirable  environment. 
By  strategies  ranging  from  providing  carpool  parking  spaces 
in  the  core  areas  to  limiting  the  amount  and  location  of  new 
long-term  parking  facilities, to  reviewing  all  proposed  new 
parking  facilities  over  a  certain  size,  San  Francisco  can 
help  insure  that  its  transportation  system  serves  the  ob- 
jectives of  mobility,  preservation  of  its  quality  of  life, 
preservation  of  energy  resources  and  attainment  of  clean  air. 


Downtown  Growth  and  Traffic  Trends 

„_         Since  the  adoption  of  Section  143  of  the  Planning  Code 
containing  criteria  for  review  of  major  parking  garages  in 
1968,  and  the  Plan  for  Transportation  in  1972,  a  tremendous 
amount  of  new  floor  area  has  been  built  downtown  —  5f 026, 00Q. 
square  feet  in  buildings  over  10  stories  tall  betwegn  1968 
ana  3f 685, 000  since  the  Plan  for  Transportation  was  ^ 

^aaopjieST  Another  1,491,000  square  feet  are  under  construct- 
ion, and  by  1980.,.  if  all  of  the  projects  which  are  already 
approved  or  are  in  the  permit  process  are  built,  another 
3,800,000  square  feet  of  office  space  alone  will  be  added 
to  this  area.    There  are  today  67  garages  containing  more 
than  16,000  spaces  and  51  lots  containing  4250  spaces  within 
this  downtown  core  area,  and  the  supply  of  parking  has  been 
increasing  in  this  area  at  the  rate  of  1400  spaces  annually. 


Almost  3000  spaces  may  be  added  to  the  inventory  in  the  next 
five  years  by  new  accessory  parking  and  new  garages  planned 
or  being  built  in  this  area  (not  including  more  than  1000 
spaces  that  would  be  added  by  Yerba  Buena  Center  as  now 
proposed) . 

JThe  streets  in  this  area  are  generally  operating  at 
capacity  during  the  peak  commute  period  (the  San  Francisco 

"uowntown  zoning  study  in  1966  indicated  that  most  of  the 
downtown  streets  were  already  operating  at  75  percent  or 
more  of  vehicle  capacity  in  the  peak  hour) .  and  the  peak 
period  is  pegmnmcf  ?ax  I        In  a f^prngon .    An  exam- 

ination of  traffic  flow  data  gathered  by  the  Department  of 
Public  Works  shows  that  traffic  levels  on  the  various 
freev/ay  ramps  serving  downtown  have  been  increasing  steadily 
in  tne  evening  peak  hour  over  , the  past  iu  years.  For 

/instance,  tnejjlav  btrepy.  ^-ramp  rn  Emaarcadpro  Skyway 

carried  810  vehicles  in  the  evening  peak  hour  in  1968, 
in  1973  the  figure  was  1540  vehicles;  for  the  Beale  Street 
on-ramp  to  1-80,  the  figures  are  590  and  1280  respectively. 
These  vehicles  travel  on  the  downtown  streets  before 
reaching  the  ramps. 

It  should  be  noted  that  it  is  not  just  the  commute 
period  represented  by  the  evening  peak  hour  levels  that 
should  be  of  concern  to  San  Francisco  —  24  hour  traffic 
flows  on  major  freeways  and  bridges  leading  to  the  City 
have  also  increased  significantly. 

The  James  Lick 

(Highway  101)  Freeway  where  it  crosses  Army  Street  carried 
171,000  vehicles  daily  in  1965;  in  1973,  202,000  vehicles 
passed  this  point  —  in  addition  to  48,600  vehicles  in 
1973  on  1-280  at  Army  Street  (in  1965  1-280  did  not  yet 
extend  to  Army  Street) .     In  1965,  1-280  at  Alemany  was 
carrying  50,300  vehicles  daily;  by  1973  this  figure  had 
increased  to  105,000.    nnyjp^  i-hf*  g^me  time  period,  traffic 
on  Junipero  Serra  north  of  19th  Avenue  increased  from  13,5~00 
to  35,500  vehicles  daily,  and  on"~19th  Avenue  at  Sloat 
*  Boulevard  the  figures  were  36,000  and  54,000.  Daily 
traffic  levels  on  the  Golden  Gate  Bridge  increased  from 
72,000  in  1965  to  92,000  in  1973,  and  on  the  Bay  Bridge 
from  133,000  to  184,000. 

New  employment  in  the  downtown  area  may  add  as  many  as 
95,000  persons  during  the  day  by  the  year  2000,  and  the  in- 
creasing floor  area  and  assumed  new  businesses  will  attract 
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significant  new  numbers  of  short-terra  business,  shopping 
and  other  trips  to  the  area. 

r~        Great  care,  therefore, must  be  exercised  to  insure 
/  that  this  anticipated  growth  in  the  downtown  core  will 
not  create  street  conditions  that  could  ultimately  lead 
to  the  deterioration  of  what  is  now  a  desirable  and 
pleasant  business  and  shopping  area.    The  provision  of 
_ JSOge_ parking_fani  1  i HprLwill  not  necesgajriiy  improve^ 
street--  ofhiiRippgg  -^cgngjjy.onsT    Such  provision 
could  instead  add  to  the  existing  congestion  by  attracting 
more  automobiles.    No  new  facilities  does  not,  however, 
mean  no  nev;  access.     It  means,  instead,  that  new  access 
should  take  the  form  of  transit,  carpooling,  walking  or 
shuttle  transit  connections  from  parking  facilities 
located  peripherally  to  the  core,  or  conversion  of  long- 
term  commuter  parking  to  short-term  parking  to  serve 
non-work  trips.  "  "  ~ 

Employment  Growth 

The  issue  of  employment  growth  and  commuter  travel 
continues  to  be  crucial  in  planning  the  transportation 
system.    Past  trends  and  projections  for  future  employ- 
ment levels  indicate  that  in  addition  to  the  possible 
additional  95,000  employment  opportunities  downtown  in 
the  next  25  years,  the  north-eastern  section  may  offer 
another  11,000  opportunities.    The  City  as  a  whole  could 
have  as  many  as  160,000  nev;  employment  opportunities  by 
the  year  2000,  raising  the  employment  level  as  high  as 
695,000.    The  assumption  made  in  1972  for  the  Plan  for 
Transportation  was  that  " . . .all  additions  fro  the  commuter 
load  as  a _resu.lt  in  job  growth  in  the  city  should  be  . 
accomodated  py  public  transit." 


This  assumption  is  still  valid.     In  fact,  San  Fran- 
cisco has  the  good  fortune  —  unlike  many  other  urban 
areas  experiencing  employment  growth  —  to  be  served  by 
four  major  public  transit  systems  in  addition  to  a 
commuter  railroad,  buses  and  jitneys  operated  by  the 
private  sector.    Three  of  the  public  transit  systems  are 
currently  in  the  process  of  expansion  or  rehabilitation, 
and  in  the  fujaira  Jf'}l  of  the  systems  combined  will  be  able 
to  carry  120,000  more  passengers  into  SanFrancisco's 
downtown  aurmg.  a  z  nouiT  peaTT~period  til  ah  "are  presently 
carried .    The  uity  "then  has  the  opportunity  to  turn  this 


assumption  into  reality  because  there  is  an  alternative 
available  —  now  and  in  the  future  —  to  the  automobile  as 
a  commuter  mode . 

Uhat  Has  Already  Deen  Done 

It  should  be  noted  that  San  Francisco  has  already 
taken  a  number  of  actions  that  provide  alternatives  to  the 
use  of  the  automobile  and  that  affect  the  provision  of  new 
parking  spaces,  especially  in  the  downtown  area. 

Most  importantly,  San  Francisco  has  maintained  a  local 
transit  system  that  provides  service  to  more  than  4s4CL.0Qu'  * 
persons  each  dav  and  brings  some  59  percent  of  San  Fraj-i- 
ciscans  who  work  downtown  there  by  transit  (another  12 
percent  walk) .    The  Municipal  Railway  has  'embarked  on  an 
extensive  program  that  will  in  effect  replace  the  entire 
system  with  new  rolling  stock  and  will  replace  the  existing 
surface  streetcars  with  a  liyht  rail  vehicle  system_that  will 
operate  under  Market  Street  in  the  heavily  trafficked 
downtown  area  in  order  to  decrease  travel  time.v 

Transit  fares  have  been  kept  low,  with  special  lower 
fares  for  senior  citizens  and  children.     In  addition,  the 
"fast  pass"  offers  unlimited  rides  for  one  monthly  fee, 
and  a  discount  transfer  between  Muni  and  BART  is  available. 
San  Franciscans  have  also  contributed  to  the  building  of 
the  BART  system.     In  fiscal  year  1974.  the  public  contrib- 
ution in  San  Francisco  to  transit  financing  was  $109. 15- 
per  capita,  compared  to  $51.45  in  Alameda  County, 
$49.60  in  Contra  Costa  County,  $26.20  in  Marin  County  and 
$3.95  in  San  Mateo  County ._ 

The  City  is  pursuing  a  transit  preferential  street 
program,  albeit  cautiously,  as  a  means    of  maximizing  the 
efficient  use  of  the  existing  system  without  extensive 
capital  improvements  or~additionai  operating  expense." 
This  program,  meant  to  provide  transit  preference  in  the 
use  of  certain  streets,  includes  extended  sidewalk  loading 
platform0  ar)^  eom-i  r~and  completely  exclusive  rights -"or -way 
for' transit  vehicles]     '  " 

The  intensely  developed  character  of  the  downtown  area 
and  its  high  level  of  transit  accessibility  have  been  re- 
cognized in  the  City's  Planning  Code.    Since  1968.  new 
development  in  this  area  has  not  been  required  to  provide 
off-street  parking,  and  where  parking  is  provided  as 
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accessory  to  a  development f  only  7  percent  of  the  gross^ 
floor  area  may  be  provided  as  pacing      Conditional  Use 
review  by  the  City  Planning  Commission  is  required  for 
any  amount  above  this.     Provision  of  parking  above  the  code- 
required  number  of  off-street  spaces  in  the  Northern  Water- 
front area  and  the  Uashington-Broadway  area  also  requires 
Commission  review,  as  do  any  proposed  major  parking  garages 
in  the  downtown  area.    San  Francisco's  Planning  Code  also 
has  minimal  off-street  parking  requirements. 

A  parking  tax  of  15  percent  on  the  use  of  each  "for 
hire"  space  has  been  instituted  as  a  revenue  generating 
measure . 

An  ordinance  was  passed  by  the  Board  of  Supervisors 
in  April,  1975,  establishing  a  temporary  parking  control 
area  within  walking  distance  of  the  Yerba  Buena  Center 
(YBC)  Redevelopment  Project  area  prohibiting  installation 
of  new  parking  facilities  in  such  area  (with  the  exception 
of  accessory  parking) .     This  ordinance  was  based  on  a 
declared  board  policy    to  limit  the  development  of  parking 
facilities  in  the  area  surrounding  YBC  in  anticipation  of 
that  project  and  to  encourage  the  use  of  transit  to  and  from 
the  area.     It  was  also  based  on  the  need  to  prevent  extreme 
change  and  widespread  installation  of  new  parking  facil- 
ities before  more  permanent  guidelines    on  parking  control 
could  be  enacted  on  a  comprehensive  basis.     It  was  anti- 
cipated that  such  guidelines  would  be  forthcoming  from 
the  parking  study  completed  last  year  and  subsequent  action 
such  as  the  now  proposed  Transportation  element  revisions. 

Comprehensive  Plan  Policies 

The  proposed  amendments  to  the  Transportation  element 
of  the  Comprehensive  Plan  are  contained  on  the  following 
pages.     It  is  hoped  that  these  amendments  will  serve  to 
improve  and  clarify  existing  City  policies  and  provide  better 
policy  direction  for  the  decisions  which  will  be  made  by 
and  for  the  City  in  coming  years . 


PROPOSED  AMENDMENTS  TO  THE  COMPREHENSIVE  PLAN 
CITY  AND  COUNTY  OP  SAN  FRANCISCO 
PLAN  FOR  TRANSPORTATION 

Note:    Text  to  be  deleted  is  lined  out  (-) $  text  to  be  added  is  underlined  (_) , 
GENERAL  OBJECTIVES  AND  POLICIES 

OBJECTIVE  1    MEET  THE  NEEDS  OF  ALL  RESIDENTS  AND  VISITORS  FOR  SAFE,  CONVENIENT 
AND  INEXPENSIVE  TRAVEL  WITHIN  SAN  FRANCISCO  AND  BETWEEN  THE  CITY  AND  OTHER 
PARTS  OF  THE  REGION • 

Policy  7    SEEK  MEANS  TO  REDUCE  PEAK  TRAVEL  DEMAND  • 

Peaking  of  travel  demands  during  "rush  hours"  eattses-eongestion-and 
ewserewding-and-tfequires-excfess-eapaeity-f©r-bofch-transife--and-attteraobiles 
relative-teo-nemsal-needsT — ^Attempto-shevaid-be-made-feo-feresfcali-additienal-peaJe 
lead-inereasesr    results  not  only  in  congested  traveling  conditions  in  the 
morning  and  evening  periods/  but  in  high  public  costs  as  well,  since  it  is 
pea]:  demand  that  the  transportation  system  is  designed  to  accommodate.  There- 
fore, by  spreading  work  trip  arrival  and  departure  times  over  a  longer  period 
the  capacity  of  the  system  can  be  used  more  efficiently.    For  the  City's 
transit  system  this  means  less  crowding,  shorter  loading  times,  increased 
reliability  of  service  and  ultimately  lower  operating  and  capital  costs.  For 
the  streets  and  highway  system  it  means  less  congestion,  less  automobile 
emissions  and  a  diminished  necessity  for  high  capacity  freeways.  Administrative 
devices  such  as  staggered  work  hours,  encouraging  shoppers  and  visitors  not 
to  travel  during  peak  hours f  altering  school  hours,  and  Implementing  differential 
bridge  tolls  would  spread  the  demand  over  a  longer  period  of  time  and  permit 
more  efficient  use  of  the  feranasfe  transportation  system. 

OBJECTIVE  2    USE  THE  TRANSPORTATION  SYSTEM  AS  A  MEANS  FOR  GUIDING  DEVELOPMENT 
AND  IMPROVING  THE  ENVIRONMENT  • 

Policy  6     PROVIDE  INCENTIVES  FOR  THE  USE  OF  TRANSIT,  CARPOOLS  AND  VAN POOLS , 
AND  REDUCE  THE  NEED  FOR  NEW  OR  EXPANDED  AUTOMOBILE  AND 
AUTOMOBILE  PARKING  FACILITIES. 

The  alternatives  to  expanding  automobile  facilities  are  to  make  existing 
facilities  serve  more  people  and  to  use  other  ways  of  getting  people  where 
they  want  to  go.    Single  occupancy  automobile  use  is  incompatible  with  the  need 
to  conserve  energy  and  land,  the  need  to  reduce  congestion  on  thoroughfares 
and  the  need  to  reduce  auto  emissions.    Individuals,  government  agencies  and 
private  businesses  have  a  responsibility  to  find  and  use  ways  to  travel  other 
than  the  single  occupant  private  vehicle. 


Actions  which  make  tran  gltrng  re_  convenient,  economical  and  reliable 
ghou Id  continue  to  be  a  high  priority  in  San  Francisco.    For  those  work 
trips  which  cannot  conveniently  be  made  by  transit ,  carpooling  provides 
efficient  use  of  private  vehicles  and  should  be  encouraged  and  provided  for. 

-Employers  should  be  encouraged  to  provide  incentives  for  transit  use  and 
carpoolincf  by  employees.    A  transit  subsidy,  such  as  the  provision  of  a_ 
transit  "fast  pass",  could  be  an  alternative  to  the  provision  of  free  employee 
parking.    Where  an  employer  already  has  parking  spaces  available  for  employees, 
these  spaces  could  be  reserved  for  those  persons  who  carpool. 

-Institutions  should  be  encouraged  to  pursue  transit  alternatives  for 
their  employees,  visitors  and  users >    Access  via  existing  transit  is  possible 
for  most  major  institutions  and  its  use  should  be  encouraged  by  providing 
information  on  routes  and  schedules  to  all  employees  and  visitors  or  clients. 
Where  transit  is  not  available  or  is  inadequate,  institutions  should  explore 
the  possibilities  of  organizing  carpools  or  commuter  subscription  buses, 
providing  shuttle  buses  to  major  transit  routes  or  adjustments  in  existing 
Muni  or  regional  transit  to  better  serve  the  institution. 

-City  government  should  encourage «.ff ieiencieg  in  the  use  of  the  transpor- 
tation system  through  cooperation  with  businesses  and  institutions  and  the 
provision  of  technical  assistance  in  implementation  of  such  programs.  Consider- 
ation should  be  given  to  providing  for  the  substitution  of  developer  or 
building  owner  supplied  transit  or  transit  subsidies  in  lieu  of  otherwise 
required  parking.    The  City's  taxing  pow3r  should  be  used  to  promote  the 
efficient  and  appropriate  use  of  the  parking  supply  and  to  encourage  the  use  of 
transit  and  carpooling.    For  instance,  where  it  is  appropriate  to  promote  the 
use  of  existing  off-street  parking  spaces  for  short-term  parking,  a  lower  park- 
ing tax  rate  could  be  imposed  on  spaces  used  for  less  than  four  hours. 
Additionally,  an  in-lieu  tax  on  second  and  third  vehicles  might  serve  to 
control  the  number  of  automobiles  in  densely  populated  neighborhoods  and 
encourage  the  use  of  transit  for  work  trips. 


DOWNTOWN  TRANSPORTATION  PLAN 

OBJECTIVE  1    PR8V5 BB -F6R-5HB-R8BB  -8P-B6WHS?©WN-ft  S  -S?HB  -  PRiMA  R¥-FiNANeiA£-ANB 
ABHIN5S$RASIVB-eBN$BR-PeR-$HE-RBS5eNT    MAINTAIN  THE  TYPE  AND  LEVEL  OF 
TRANSPORTATION  FACILITIES  AND  SERVICES  APPROPRIATE  TO  ENHANCE  THE  ECONOMIC 
VITALITY  OF  THE  DOWNTOWN  BUSINESS  AND  SHOPPING  DISTRICT. 
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San  Francisco  is  and  will  continue  to  be  the  regional  center  for  finance, 
corporate  and  governmental  administration,  retailing,  entertainment  and 
business  services  related  to  these  sectors  of  the  economy.    The  transportation 
requirements  of  a  downtown  dominated  by  these  functions,  as  opposed  to  others 
such  as  manufacturing,  are  unique.    The  proper  functioning  of  downtown  is 
dependent  upon  compactness  of  development,  strength  of  internal  accessibility, 
and  convenient  access  to  downtown  from  other  parts  of  the  region  and  the  world. 
The  Mass  Transit  Plan  recognizes  the  latter  need  by  calling  for  rapid  transit 
between  downtown,  the  airports  and  areas  where  employees  reside.    The  Downtown 
Transportation  Plan  is  concerned  primarily  with  the  need  for  proper  circulation 
within  downtown  for  vehicles  and  pedestrians  and  with  the  organization  of  transit 
terminals  and  parking  facilities  which  form  part  of  the  downtown -oriented 
segments  of  the  transportation  system. 

The  density  of  daytime  population  in  the  downtown  and  the  resulting  densityr 
of  trips  calls  for  movement  of  people  to  take  place  in  the  most  efficient  and 
least  space -consuming  modes  of  transportation  such  as  public  transit.    This  in 
turn  calls  for  the  maintenance  of  downtown  as  an  area  in  which  automobile  use 
is  controlled.     In  addition  to  improvements  in  the  pedestrian  system  and  the 
pedestrian  environment,  every  effort  must  be  made  to  insure  that  better  transit 
service  is  provided  in  order  that  transit  increasingly  becomes  the  mode  for 
work  and  non-work  trios  to  and  within  the  district.    Regional  policy  and 
regional  transportation  funding  should  recognize  San  Francisco's  unique  trans- 
portation needs  in  sustaining  its  competitive  business  position  as  the  primary 
financial  and  administrative  center  for  the  region. 


Policy  1  No  change  proposed  at  this  time 
Policy  2 


'^ENCOURAGE  SHORT-TERM  USE  OF  EXISTING  PARKING  FACILITIES  WITHIN 


AND  ADJACENT  TO  THE  DOWNTOWN  CORE  BY  CONVERTING  ALL  DAY  COMMUTER 
PARKING  TO  SHORT-TERM  PARKING  IN  AREAS  OF  HIGH  DEMAND  OR  TO 
CAR/ VAN  POOL  PARKING  WHERE  SHORT-TERM  PARKING  DEMANDS  ARE  LOW. 
s 

The  need  for  short-term  parking  (generally,  less  than  four  hours)  is 
greatest  adjacent  to  the  downtown  core  for  shoppers,  visiting  businessmen  and 
others  who,  for  various  reasons,  do  not  find  transit  service  convenient. 
Rather  than  providing  new  parking  facilities,  space  should  be  provided  in 
existing  facilities  by  converting  long-term  spaces  to  short-term  spaces. 
On  the  other  hand,  commuters  generally  have  convenient  transit  service  available 
and  should  be  discouraged  from  using  these  parking  facilities  by  high  charges 
on  all-day  use.    Conversion  may  also  help  to  relieve  rush  hour  street  congestion 
since  short-term  parking  is  generally  used  by  persons  traveling  during  non-rush 
hours.    Parking  facilities  within  and  adjacent  to  the  downtown  core  should 
provide  for  vehicles  driven  by  or  operated  for  the  physically  handicapped. 


"  Downtown  Commercial  District 

mm  mm  mm  Downtown  Core  Automobile  Control  Area 

,  Areas  within  the  Downtown  Commercial  District  which  may  be  appropriate  for  new 
v.  Short-term  Parking  Facilities  subject  to  Criteria  of  Citywide  Parking  Plan 

?;*»vs  Areas  appropriate  for  Long-term  parking  in  accordance  with 

Citywide  Parking  Plan  and  Downtown  Transportation  Plan  Policy  4 


Map  A 

REVISED 
JAN  20,1977 
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Policy  3     PROVIDE  NEEDED  ADDITIONAL  SHORT  TERM  PARKING  FACILITIES  IN 

PERIPHERAL  LOCATIONS  AROUND  BUT  NOT  WITHIN  THE  DOWNTOWN  CORK, 
ADJACENT  TO  MAJOR  THOROUGHFARES,  SUBJECT  TO  THE  CRITERIA  IN 
OBJECTIVE  1,  POLICY  1  OF  THE  CITYWIDE  PARKING  PLAN. 

Hifcgh-ieveia-ef-vehiettiasr-tffaffie  Within  the  most  densely  developed  and 
m°St  ^ntensively  USG<3  downtown  core  a*e-ine©nsisteente-wifeh  highest  priority 
must  be  given  to  adequate  provision  for  pedestrian  and  service  vehicle 
movements.  «nd-wifeh-the-nat»re-ef-fehe-ovej?ail-fehei?®«fhfajfe-sy9feej«T~SBeh 
vehieies  Auj^iobUes  should  be  intercepted  at  short-term  parking  facilities 
located  around  the  core  next  to  major  thoroughfares  so  that  uncontested  movement 
and  high  internal  accessibility  may  be  provided  within  the  core.  These 
facilities  would  be  designed  as  replacements  for  those  on-street  spaces 
pre-empted  by  service  or  pedestrian  needs  within  the  core.    Frequent  transit 
service  and  adequate  pedestrian-ways  should  be  provided  for  the  final  link 
of  these  trips. 

Policy  4    DISCOURAGE  THE  ADDITION  OF  NEW  LONG-TERM  PARKING  SPACES  IN  AND 
AROUND  DOWNTOWN.  LIMIT  THE  AMOUNT  OF  NEW  SPACES  TO  THAT  WHICH 
CA3SN0T  REASONABLY  BE  ACCOMMODATED  BY  TRANSIT  AND  LOCATE  LONG 
TERM  PARKING  FACILITIES  IN  AREAS  PERIPHERAL  TO  THE  DOWNTOWN 
COMMERCIAL  DISTRICT. 

It  is  desirable  to  attract  as  many  work  related  trips  as  possible  from 
automobiles  to  other  more  efficient  and  less  environmentally  disruptive 
modes  of  transportation,    it  is  not  sufficient  that  those  travelling  to  work 
drive  their  automobiles  from  hone  to  peripheral  parking  areas  and  then  take 
transit  or  walk  to  places  of  employment.    Current  air  quality  research 
indicates  that  most  emissions  occur  at  the  start  and  end  of  auto  trips, 
making  automobile  pollution  more  a  function  of  the  number  of  trips  taken  than 
the  amount  of  miles  travelled.    This  as  well  as  considerations  of  energy  and 
land  conservation  indicate  that  the  entire  work  trip  should  be  accommodated  on 
the  most  efficient  modes.    It  is  important  therefore  to  provide  additional 
parking  only  for  those  who  cannot  be  accommodated  on  existing  or  likely 
future  public  transit  and  to. limit  the  location  for  such  parking  to  the  periphery, 
near  major  freeways.    A  basic  premise  of  the  Transportation  element  is  that 
all  additions  to  the  commuter  load  as  a  result  of  the  job  growth  in  the  city 
should  be  accommodated  by  public  transit.    To  this  end  the  city  should  seek 
to  limit  new  long-term  parking  spaces  to  that  amount  which  will  replace 
long-term  parking  eliminated  elsewhere  in  the  downtown_and.  the  Northeastern 
Waterfront  area  by  conversion  to  other  uses. 

Such  new  facilities  in  addition  to  being  governed  by  the  criteria  set 
forth  in  Objective  1,  policy  1  of  the  Citywide  Parking  Plan,  should: . 

-be  concentrated  in  order  to  make  transit  service 
efficient  and  convenient 
-provide  space  for  van  and  car  pool  vehicles 


/ 
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-be  structures  rather_than  lots  in  order  to  rnn,PvTO 

space  and  minimize  displacement  *~  

-provide  shuttle  serviced  "~ 

P°liCy  5     ggggjjP  FIRMS  FIRING  A  LARGE  NUMBER  op  VEHICLES  FOR 

BUSINESS  PURPOSES  TO  T.rv;ATE  0UTSIDE  thTpOWNTOWN  COMMERCIAL 

.  *      °R  T°  T,nra'TO  ™nm  ^hiEFfleets  outside  the  

DOWNTOWN  COMMERCIAL  DISTRICT? —  "~~  

use  llsT^  ~ M— 5  Wh^Ch  because  °f  the  nature  of  their  business  must 
l*l°^h°fz£*  gjg-g£  the  Bav  S^ga.  ^TallsT^^-potentiallv  detrimental 
^I^f!';;,fJf!rU!k!  ^nait  v»hiclesT7I rms  requiring  business  fleets 
outside  ^nto^ft^^^°Cate  ^^^K^^-in  a  separate  gara^ 

C*ZZl  2°}icy  4"  shoul*  ^  changed  to  read  "Policy  6" 

t  ..^1Cy  5"  Sh°Uld  be  chan^ed  to  read  "Policy  7" 
Current    Policy  6"  should  be  changed  to  read  "Policy  8" 

~°-1;Lcy  -    LOCATE  DRIVE-IN,  AUTOMOBILE-ORIENTED  QUICK-STOP  AND  OTHER 

AUTO-ORIENTED  USES  OnYiTES  OUTSIDE  THE  OFFICE ,  RETAIL  

AND  GENERAL  COMMERCIAL IpISTRicTS  OF  DOWNTOWN.  "  

a„*  ..P!:i!e.'"in  es*ablishme"ts  serving,  customers  waiting  in  motor  vehicles 
^^^^T^^^^^^^^^SE  by  automobile  jTjSa.ding 

rituaLL         l        not  aggravate  an  already  conge^eT^edeltrian  and  traffic 
^^^t—h^^^-^^^SS.  from  ttelSgTirtSnsely  developed 

-Salfol  or  auto 
c.oncentrat.ons    a^gtjd  transit  preferential  streets  or  residential  unit~  

£f"[,     °h  "T  Stellagt^e^imn  or  directly  across  the  street  from 

rrta?!^ ~  °fLdowntow"  ^^nnnted_f o^xisting  InTpTojected  office.  

f?  nM-        q6^^,?,, commercial  jjejT    Howe verTshort- term  'automotive  service 
providing  gasoline  ^p^^H^^^he  made  accessory  and  incidental  to 

rn  ^    J  uu       ^^^ml^^KE^l^^  within  these 
areas  of  downtown,  consistent  withThT^riFeTia Tof  the  Citywide  ParkinTl^ 

P°liCy  ^    DEVELOP  THE  DOWNTOWN  CORE  AS  AN  AUTOMOBILE  CONTROL  AREA. 

as  a  fSz^r-8!.*?'?  ACZ--n  C°re  iS  an  ^ansely  Populated  area  which  function, 
gbp?11*^^  center,    within  thiH 

lSI    iL?^       ^  tQ  'he  efHcieT^r^Tpleasant  movement  of  ' 

^^^^^^B^^SiLtoa.  and  the  movement  of  goods.  ^T^nTTlng 

!j2cTrflalo^ 

"street  and  ^MrTi~^^I:  ^  ^  fri?ritr  in.the  use  of  th° 
in  particular"'  nn  i       !  "V^gJ££org^  the  impact,  of  the  private  commuter  vehicle, 

TnnH      1      ;  ^^^^^^^iliSiiiZlB  «ene.ral,  must  be  reduced:  

Land  use  development  and  transportation  f^ciiiti^«   '  S.^eaucea^ 
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and  services  should  be  coordinated  in  a  manner  to  maximize  efficiency  and 
minimize  cost  whila  preserving  and  strengthening  the  downtown  environment* 


Modify  map  entitled  "Transportation  Plan  for  Downtown  and  Vicinity"  and  the 
"Classification  of  Elements"  in  accordance  with  the  above  policies,  and 
indicate  the  Downtown  Core  and  Downtown  Commercial  District  as  shown  on 
attached  Map  A. 


CITYWIDE  PARKING  PLAN 

(The  subject  matter  of  current  Objective  1  is  contained  in  proposed  Objective  3.) 

OBJECTIVE  1    ENSURE  THAT  THE  PROVISION  OF  NEW  OR  ENLARGED  PARKING  FACILITIES 
DOES  NOT  ADVERSELY  AFFECT  THE  LIVABILITY  AND  DESIRABILITY  OF  THE  CITY  AND 
ITS  VARIOUS  NEIGHBORHOODS.  "~ 

The  general  theme  prevalent  throughout  the  Master  Plan  and  its  objectives 
and  policies  is  that  new  development  must  recognize  the  positive  attributes 
of  the  city  and  contribute  to  their  preservation  and  enhancement  and  to  the 
overall  living  environment.    New  parking  facilities  should  meet  these  principles 
because  of  the  impact  of  a  facility  upon  its  immediate  physical  surroundings 
and  the  cumulative  traffic  generating  impacts  on  the  entire  city. 

POLICY.  1    ASSURE  THAT  NEW  OR  ENLARGED  PARKING  FACILITIES  MEET  NEED  / 
LOCATIONAL  AND  DESIGN  CRITERIA. 

A  proposed  parking  facility  should  be  evaluated  as  carefully  as  other 
proposed  additions  to  the  transportation  system.     Proposed  new  or  enlarged 
facilities  should  be  reviewed  according  to  Comprehensive  Plan  policies, 
Planning  Code  criteria  for  parking  facilities  and  for  various  special  districts 
and  the  following  criteria,  and  where  major  conflicts  occur,  the  facility 
should  not  be  developed  unless  these  criteria  are  met: 

-there  is  a  demonstrated  demand  for  additional  parking  space  in  the 
surrounding  area  (in  the  case  of  parking  facilities  open  to  the  public) 
or  resulting  from  a  specific  development. 

-all  or  part  of  this  demand  cannot  reasonably  be  diverted  to  or  served 
by  existing  transit  service  or  transit  which  could  reasonably  be  provided  in 
the  near  future 

-this  demand  'cannotTse  met  by  existing  facilities  or  more  efficient 
use  of  existing  facilities . 
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-in  the  case  of  desired  accessory  parking   (i.e.  parking  customarily 
provided  incidental  to  a  permitted  use  and  directly  related  to  the  activities 
conducted  on  the  site  of  the  use),   its  need  is  clearly  established  and  not 
presumed. 

-provision  of  the  facility  does  not  result  in  the  demolition  of  sound 
residential,  commercial  and  industrial  buildings. 

-the  traffic  generated  by  the  facility  will  not  create  a  substantial 
adverse  effect  on  the  surrounding  city  streets  (especially  residential  streets) 
and  corridors  leading  into  the  city. 

-the  facility,  viewed  in  a  citywide  context  of  parking  supplied  and  trips 
generated  will  not  discourage  the  possible  diversion  of  current  automobile 
users  to  transit. 

-the  location  is  appropriate  in  terms  of  adjacent  land  uses . 

« 

-the  proposed  site  and  facility  are  readily  accessible  from  freeway  ramps 
or  major  thoroughfares . 

-conflict  between  pedestrian  movements  and  driveways  or  ramps  is 
minimized,  and  additional  auto  traffic  through  areas  of  heavy  pedestrian 
concentration  is  avoided. 

-there  is  not  substantial  conflict  with  existing  or  future  patterns  of 
other  forms  of  transportation,  especially  transit,  and  access  avoids  use  of 
transit  preferential  streets. 

-consideration  has  been  given  to  the  inclusion  of  other  uses  in  order 
to  maximize  use  of  scarce  land  resources  and  integrate  the  structure  into  the 
surrounding  neighborhood. 

-access  or  egress  is  not  primarily  from  streets  or  alleys  having  predomi- 
nantly residential  use. 

-the  structure  is  in  scale  with  existing  structures  in  the  area,  and 
when  located  in  commercial  districts  includes  commercial  frontage  in  order 
to  avoid  blank  street  level  facades. 

-the  design  and  operating  policy  of  the  facility  is  such  that  vehicles 
can  be  admitted  rapidly,  to  avoid  the  use  of  the  street  as  a  waiting  area 
for  entrance  into  the  facility  and  to  avoid  the  situettion  of  automobiles 
idling  for  a  long  period  of  time . 

-provision  has  been  made  where  appropriate  for  parking  of  vehicles  driven 
by  or  operated  for  the  physically  handicapped . 
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-a  portion  of  spaces  is  reserved  for  compact  automobiles. 
-secure,  convenient  bicycle  parking  is  provided. 

-all  or  portions  of  the  facility  are  convertible  to  other  uses  if  demand 
for  parking  is  reduced  in  the  future. 


POLICY  2     DISCOURAGE  THE  PROLIFERATION  OF  SURFACE  PARKING  AS  AN  INTERIM 
LAND  USE ,  PARTICULARLY  WHERE  SOUND  RESIDENTIAL,  COMMERCIAL 
OR  INDUSTRIAL  BUILDINGS  WOULD  BE  DEMOLISHED  PE*ND~ING  OTHER 
DEVELOPMENT . 

As  an  integral  part  of  the  transportation  system,  the  location  of  any 
parking  supply  must  be  evaluated  in  like  terms  to  the  location  of  any  roadway 
or  transit  line.    If  a  "temporary"  parking  lot  does  not  meet  the  criteria  for 
location  of  parking  facilities,  it  may  have  a  disruptive  effect  on  the  trans- 
portation system  similar  to  a  major  street  reconstruction  and  resultant 
detour  or  transit  service  temporarily  suspended* 

The  scattered  locations  of  parking  lots  mitigate  against  the  possible 
provision  of  shuttle  transit.    In  addition,  where  parking  lots  are  temporary 
uses  on  land  in  the  development  process,  autos  are  attracted  to  areas  that 
are  already  impacted,  or  worse,  where  auto  use  conflicts  with  transit  routes. 
Such  temporary  parking  also  tends  to  create  a  travel  pattern  based  on  expected 
availability  of  parking,  which  creates  even  greater  difficulties  whenever 
such  a  temporary  facility  is  eventually  terminated. 

Surface  parking  as  a  temporary  use  pending  some  more  intensive  use  of  the 
property  may  be  particularly  undersirable  when  it  results  in  the  demolition 
of  needed  housing  or  inexpensive  industrial  space  suitable  for  "incubator" 
industry. 

POLICY  3     RESTRICT  LONG  TERM  AUTOMOBILE  PARKING  AT  RAPID  TRANSIT 

STATIONS  IN  THE  CITY  IN  FAVOR  OF  DEVELOPMENT  OF  EFFECTIVE 
FEEDER  BUS  SERVICE . 

All  of  the  rapid  transit  stations  in  San  Francisco  are  located  in  densely 
developed  downtown  areas  or  in  residential  or  shopping  areas  where  additional 
automobile  impacts  are  undersirable.    These  stations  are  located  in  such  a 
manner  that  they  may  generally  be  reached  by  San  Francisco  residents  either 
by  connecting  transit  or  by  walking*    The  commuter  use  of  the  automobile 
to  reach  a  rapid  transit  station  should  be  discouraged.    Parking  impacts  which 
have  occurred  around  outlying  stations  may  be  lessened  by  provision  of  long- 
term  facilities,  however,  long-term  parking  facilities  are  undersirable 
because  such  facilities  would  be  disruptive  to  the  neighborhoods  where  they 
would  be  located.    Access  to  BART  should  generally  be  provided  by  transit. 
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POLICY  4     IN  ANY  LARGE  DEVELOPMENT ,  ALLOCATE  A  PORTION  OF  THE 
OFF  STREET  PARKING  SPACES  FOR  COMPACT  AUTOMOBILE S . 

The  trend  toward  smaller ,  more  fuel  economic  vehicles  can  be  reflected 
and  encouraged  in  new  development  with  a  concurrent  savings  in  the  amount 
of  land  and  space  required  for  the  parking  of  automobiles.    The  provision 
of  parking  spaces  for  compact  and  subcompact  automobiles  and  motorcycles  should 
be  commensurate  with  their  proportion  of  the  city's  vehicle  population. 

SBdfBeTiVB-d    P6BieiB9-iT-2T-3-  (The  language  of  the  deleted  objective  and 

policies  has  been  combined  in  Proposed  Policy 
5  as  follows:) 

POLICY  5     PROVIDE  CONVENIENT  AND  SAFE  PARKING  FACILITIES  FOR  BICYCLES 

Atfcentien-shettid-be-paid-t!©-t;he-need--e£-paifka:ng-bieyeies-safeiy-afe-raa3es 
desteinateien-peintesT — Bieyelea-psesenfe-highly-afefcifaefeiver-easiiy-sfeoien-itema 
fehafe-a»e-vesry-diffie«l1s-tee-tj?aee-and-eaft-be-diapesed-of-qtiiekiyT — Previde 
Provision  should  be  made_ f or  bicvcle  parking,  where  appropriate,  in  conjunction 
with  automobile  parking  in  existing  and  new  parking  lots  and  garages,  sheaid 
make-spaee-avaiiable-fes*-bicyeie-pa»kiHgT    P*©v4de  Bicycle  parking  faeiiifeies 
should  be  also  provided  in  major  new  construction,  such  as  office  buildings, 
shopping  and  medical  centers  and  residential  complexes  Pajovide-feff-seeasre 
bseyeie-parking-in-eenStmetsieR-wifeh    as  well  as  at  parks  and  recreation 
facilities.    Space  should  include  mechanical  devices  for  securing  the  bicycles 
against  theft,  and  rates  should  be  kept  low. 


POLICY  6    EXISTING  AND  NEW  ACCESSORY  PARKING  SHOULD  BE  MADE 

AVAILABLE  TO  THE  GENERAL  PUBLIC  FOR  USE  AS  SHORT-TERM 
OR  EVENING  PARKING  WHEN  NOT  BEING  UTILIZED  BY  THE 
BUSINESS  OR  INSTITUTION  TO  WHICH  IT  IS  ACCESSORY 

A  major  reservoir  of  parking  spaces ,  accessory  ^o  particular  businesses, 
or  institutions,  is,  currently  in  use  qn^v  during  the  daytime  working  hours 
of  those  particular  businesses  and  rema.j.n.s  vacant  and  inaccessible  at  other 
times.     In  many  instances  this  space  could  be  used  in  the  evening  bv  residents 
of  the  immediate  neighborhood  or  their  guestsf    Also,  businee;rs  or  new  devel- 
opments with  evening,  night  or  weekend  ushers  could  share  the  existing  accessory 
parking  of  nearby  weekday  businesses. 


POLICY  7"    LIMIT  PARKING  'FACILITIES  OVER  THE  V7ATER,  AMD  NEAR  ■ 
THE  WATER'S  EDGE  ""WHERE  SUCH  PARKING  INTERFERES 
WITH  PUBLIC  ACCESS. 

In  order  to  improve  physical  and  visual  access  to  the  Bay,  non-maritime 
parking  should  be  located  inland  away  from  the  water's  edge  and  away  from 
areas  of  intense  pedestrian  activity.    Where  possible,  existing  parking 
facilities  on  or  near  the  water's  edge  should  be  removed  or  relocated. 
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OBJECTIVE  2     CONTAIN  AND  LESSEN  THE  TRAFFIC  AND  PARKING  IMPACT  OF  INSTITUTIONS 
ON  SURROUNDING  RESIDENTIAL  AREAS. 

Institutions  such  as  medical  centers  and  colleges  aire  major  employment 
centers  and  are  usually  located  in  the  City's  residential  areas.  Employment 
levels  in  medical  and  other  health  services^are  expected  to  increase  significantly 
in  the  future.    Many  of  these  institutions  already  have  physical  expansions 
planned ,  and  the  employment  levels  projected  indicate  that  institutions  will 
have  even  greater  traffic  and  parking  impacts  on  residential  areas  unless 
strong  efforts  are  made  to  accommodate  the  employment  growth  by  transit. 
Alternatives  to  expansion  of  institutions  on  site  may  have  to  be  explored  where 
significant  traffic  and  parking  impacts  on  surrounding  residential  areas 
cannot  be  avoided. 


POLICY  1    LIMIT  THE  PROVISION  OF  LONG-TERM  PARKING  FACILITIES  AT 

INSTITUTIONS  AND  ENCOURAGE  SUCH  INSTITUTIONS  TO  REGULATE 
EXISTING  FACILITIES  TO  ASSURE  USE  BY  SHORT-TERM  CLIENTS 
AND  VISITORS. 

Although  there  are  some  trips  to  institutions  which  are  appropriately 
made  by  automobile,  especially  for  medical  appointments  and  hospital  visits , 
work  trips  should  be  made  by  transit  wherever  possible.    Institutions  should 
take  effective  measures  to  reduce  the  amount  of  traffic  and  parking  generated 
by  the  development  and  should  develop  and  implement  transit  action  plans 
accordingly.    New  parking  provided  by  institutions  should  be  carefully  designed 
to  favor  short-term  or  carpool  parking  for  trips  which  cannot  reasonably  be 
made  on  transit. 

In  some  cases  where  institutions  have  parking  facilities  where  a  high 
short-term  fee  is  charged,  visitors  seek  parking  on  adjacent  streets  rather 
than  pay  the  fee.    In  order  to  insure  that  the  facilities  rather  than  the 
street  are  used,  institutions  should  maintain  their  fee  for  short-term 
parking  sufficiently  low  to  encourage  short-term  visitor  use. 

OBJECTIVE  i  3     RELATE  THE  AMOUNT  OF  PARKING  PASiBITJBS  IN  RESIDENTIAL  AREAS 
W5TH5N  TO  THE  CAPACITY  OF  THE  CITY'S  STREET  SYSTEM  AND  LAND  USE  PATTERNS. 

The  continuing  level  of  vehicle  ownership  by  city  residents  has-been 
sising-despitee-a-deeMfte^&ft-pepulatsienT-^ 

hensehoidST — This  indicates  the  need  for  »ei?e  parking  facilities      is  continuing 
and  raises  serious  questions  about  the  level  of  automobile  ownership  which  can 
be  supported  by  the  street  and  parking  system.    Since  much  of  the  city's  housing, 
especially  in  the  more  densely  developed  areas,  was  built  prior  to  the  time 
when  the  automobile  became  the  dominant  mode  of  travel,  off-street  parking 
spaces  do  not  exist  in  adequate  numbers.    The  size  of  many  streets  and  the  need 
to  provide  free  flows  for  traffic  limits  the  number  of  on-street  spaces. 
Increased  parking  facilities,  especially  off  the  street,  need  to  be  made  avail-' 
able;  however  fehis-PlaR-s-eeegnsbBes-fchats  just  as  the  street  system  cannot 
accommodate  all  potential  traffic,  so  the  City  cannot  provide  for  an  unlimited 
level  of  automobile  storage.    A  reasonable  level  must  be  provided  for  and 
measures  must  be  taken  to  discourage  vehicle  accumulations  beyond  that  level. 
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POLICY  1     RHEA5B  REGULATE  OFF-STREET  PARKING  REgBIREMBNSS  IN  NEW  HOUSING 
Te-BXP2e¥EB-VBH5eBE-9WHBRSHfP  SO  AS  TO  GUARANTEE  NEEDED 
SPACES  WITHOUT  REQUIRING  EXCESSES .     ENCOURAGE  LOW  ATJTO 
OWNERSHIP  IN  NEIGHBORHOODS  THAT  ARE  WELL  SERVED  BY  TRANSIT 
AND  ARE  CONVENIENT  TO  NEIGHBORHOOD  SHOPPING.  " 

aeeeraing-teo-fermttlas-iBfeended-fee-gttasaftfeee-needed-s^^ 

excesses? — She-ievei-sf-fesfaKsife-searviee-iK-an-aKea-and-fehe-Bise-oS-antfes 
sheuid-be-ej?iteei?ia-in-detee3?min±ftg-fehe-3^ 

Some  neighborhoods  have  large  numbers  of  persons  using  transit  to  go  to  work 
and  have  significant  numbers  of  no-auto  or  one-auto  households.    This  pattern 
should  be  encouraged  and  reflected  in  off-street  residential  parking  require- 
ments. 

Use  of  common  parking  facilities  for  several  buildings  should  be  encouaged 
where  existing  buildings  can  be  used  for  this  purpose  or  in  nearby  commercial 
areas,  and  there  may  be  a  place  for  public  provision  and  leasing  of  long-term 
resident  parking  in  high-density  neighborhoods  which  are  already  developed. 

POLICY  2     (no  change) 

POLICY  3     PROTECT  RESIDENTIAL  NEIGHBORHOODS  FROM  THE  PARKING  IMPACTS 
OF  NEARBY  TRAFFIC  GENERATORS. 

Residents  should  be  given  preference  in  the  use  of  residential  neigh- 
borhood on-street  parking  spaces  where  traffic  congestion  and  parking  short- 
ages generated  by  schools,  shopping  districts,  recreational  facilities  or  rapid 
transit  stations  have  contributed  to  the  deterioration  of  residential  environ- 
ment.   The  preferential  parking  concept  may  provide  relief  for  such  residential 
neighborhoods  by  instituting  a  regulatory  scheme  which  would  reduce  parking 
congestion  in  residential  neighborhoods  caused  by  long-term  non-residential 
parkers,  facilitate  residents'  access  to  on-street  parking  close  to  their 
homes,  provide  for  access  to  convenient  parking  by  visitors  of  neighborhood 
residents  and  allow  convenient  parking  for  vehicles  being  used  by  people 
providing  essential  services  to  neighborhood  residents. 

OBJECTIVE  2  4  iNeRBASB-SH8R?-5BRM-PARKIHQ-FAe5BI5,iES-iN-NBI8HBeRH©SB-SH8PP5N8 
ARBAS-AHB-NBAR-MA58R-fNS9I5H558NAii-ANB-RB€RBA«PI©NAIi-FAeiBI?iEBST    MEET  SHORT- 
TERM  PARKING  NEEDS  IN  NEIGHBORHOOD  SHOPPING  DISTRICTS  CONSISTENT  WITH 
PRESERVATION  OF  A  DESIRABLE  ENVIRONMENT  FOR  PEDESTRIANS  AND  RESIDENTS. 

Although  a  primary  goal  sbgeefcive-ef-fehe-enteire-Mess-Transite-Pian  is  to 
encourage  improved  transit  service  to  shopping  areas,  reereafei©n7-end 
inste£tettfe£enal-£aeiiiteies-Stteh-as-h©8pifeals7  and  the  emphasis  should  continue 
on  transit  as  the  means  to  travel  to  shopping  districts,  automobile  use 
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is  often  necessary  for  shopping  trips  fes,aRsife~wse~i3-d££££eaife-where~i«£g© 
paekagea-rauafe-be-piekad-ap  involving  the  purchase  of  bulky  items  such  as 
groceries  or  where  there  are  many  stops  to  be  made  at  different  places 
far  apart  aj*e-Reee3aas?y.  5he£e£e£eT-pa*Is£Rg--Rea»~Reighb©»h©ed-ah©pp*Rg-areaa 
wili-be-»equij-e<a-if-fehey-ate-fee-3?ema*R-ee©nomseaiiy-v*ab4eT    Where  additional 
short-term  parking  is  demonstrated  to  be  needed  and  essential  to  a  shopping 
district,  it  should  be  provided  at  the  least  economic  and_environmental 
cost  to  the  neighborhood  and  the  city, 

POLICY  1  BBVB£eP-J«W-ePP-S«gSBB?-PAI«iH6-EfteS6S«5BS-iN-KB58HB©RHeeB 
SKepP5H6-AI«ftS7-BSPEe^£fc¥-¥HeSB-SBRViNS-£6W-BBHSi*P¥ 

eeMHHNi3,sss*   pes»fe¥-a— h®e&TB'-mmm@-mm@BS-hT~¥m 

HB€RBA«i^7-ftNB-iH9??5?S?5©HftB-PA625i53EBS"r    ASSURE  THAT 
NEW  NEIGHBORHOOD  SHOPPING  DISTRICT  PARKING  FACILITIES  AND 
OTHER  AUTO-ORIENTED  USE'S  MEET  ESTABLISHED  GUIDELINES , 

Some  neighborhood  shopping  facilities  serve  only  residents  of  the 
immediately  surrounding  areas,  most  of  whom  travel  on  foot.    Others  tend  to 
attract  consumers  from  adjacent  communities  or  in  low-density  parts  of  the 
city  from  a  distance  not  easily  traversable  on  foot.    Hew-parking-f aeilifeiea 

pedestrians -SRd-ti©-5feiieve-e©Hgesfei©Rr--B©teh-p'abls:e'-aad-*p^4wa'fe€-gaifage9 

afe-gj?©ttnd-ievei-iR-erde£ -fee-ma  infc  a  iR-8»3-i»pj?©v^ 

th©se-a»eas^--Wheaie-appr©gffiafeeT-air-s?-ighfes-devei©pmeRfe~f©s-p«b2:ie-h©Hsang 
©3f-e©mm©3ees:ai-Hsage-ah©uid-be-eResia3?aged's- 

fts-in-fehe-ea3©-©f-dewsafeewn7-areas-f©3f-pas,ka:Rg-sh©uM-b©-ps?©vided-afe-th© 
feiKge-©f-fehe-aa?ea-©f-m©sfe»aefeivifcy-ia-©3?c3er-fe©-psf«vide-adeq«afe©-pedeaferian 
apaeeT-*nfeeeeepfe-aRd-d*¥e«te-fera£f  sre7-aftd-e©»a©lidafee-la«d-ttsea-int©-v5:able 
and-weil-piaaft©d-gr©aps-i,"'~B3peeia2:iy-i-n-,fehe-®age-®f-SaideR~8atee-Park-and 
PiahesmaR^s-Whasf  7-whet?e-fehi?eHgh-fej?a€  €  ie-£s-geRem*£y-H.Rdei?aii?ab£e7"-pasrkiRg 
€aeilifeias-ah©\44d-be-©R-fehe-edge9-aRdT-i#~R©ees9as?y-a©me-f©J?M-©^-pablie 
%taRap©j?feati©R-ah©ttM-b©-pge^ided-^©E,-s:Rtee3fRa£-ei]eeiaiai!5i©»-y 

Proposed  new  parking  facilities  should  be  carefully  considered  not  cnly 
in  terms  of  how  much  demand  they  can  satisfy,  but  also  in  terms  of  the  impact 
of  that  facility  on  the  environment  of  the  shopping  district.    A  poorly  designe. 
or  located  facility  could  be  worse  for  a  shopping  district  than  no  facility 
at  all.     In  addition  to  the  criteria  for  new  parking  facilities  in  Objective  1, 
Policy  1,  the  following  guidelines  should  be  considered  in  the  review  of 
proposed  new  facilities; 

-Facilities  should  be  located  to  provide  convenient  access  to  desired 
shopping  destination.    However,  they  should  be  located  in  such  a  manner 
that  they  lessen  the  amount  of  traffic  traveling  through  the  district  and  do 
not  disrupt  the  continuity  of  the  shopping  district. 
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-Multiple  use  of  parking  structures  and  lots  should  foe  provided 
wherever  feasible.    The  use  of  roof  tops  of  garage  structures  as  game/play 
areas  in  densely  populated  neighborhoods,  use  of  surface  parking  lots  as 
tennis  courts  or  soccer  fields  on  days  when  the  shopping  districts  is  closed, 
or  use  of  the  facilities  for  resident  parking  in  the  evening  are  all 
possibilities  which  should  be  considered. 


